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Tnvestigition and Hearing

)

The Civil Aeronhutics Board received notification of the accident

-4 , ¥

" aft 0715 October 3, 1946 and immediately initiated an investigataon in

’
3

zccordance 1th tho prov1=10ns of the Civil Aorc«na,utlcs het of 1938,

]

ad arﬂended. Alr Sa‘,f‘ety "Investigators of the Board!s Nex York offlce

\ , * r

arrlved at Harmon Field at 2330 the_same day and Uere later ass:l.sted

by other 1nv\,st1gators of the Sa.fety Bireau staff. A public hearing -

was ordered and held at Hew York, M. Y., October 11, 1946, «
=+ .\, y

Air Carrierx St

American Overseas Airlines is incorporated under the laws of the

*

State of Delavare and raintains 1ts headquarteprs at-dev York, N. Y.

-

At the time of the acctl_.dent Americarr Overseas Airlines was operating as

an air carrier uvnder a certificate of public convemence and necassity

and an apr carrier certificate, both issued pursuarit to the Civil
1

Aeronautics Act of 1938, as amended. These certificafes authotized the

compapy to fly persons, property and mail between various’ pomnfs 1 the

United States and the British Isles, including New York, N. Y. and

-

Shannen, Ireland.

-

Frlight Personnel -

L

Captain Thlliam Rogers Westerfield, age 31, of New Yofk, N. Y.,

o

pilot of the aireraft and had been employed by the company since

February 19, 1946. He possessed an airline transport pilot rating and
at tho time of the accident he had accumulated a total of 3,926 hours!

flying tame of 1hich 1, 561 hours had been obtained on DC-4 equipment.

5



-2 -
schéduled deporture the flight crew was briefed at the Urated States Arny
Alr Forces Operations at Haornmon Field concerning the weather involved in

the proposed flight, At zpproxinately 0445 the cariain requested take-off

1
1

~&learance fron the control- tower-operator at Harqon Field and was in-
structed to procecd to Runway 30. As the aarcraft was being taxired foward
the taike-off end of Runway 30, the control tower anenometer indicated the
wind from 90 desryees at 9 mph., The control tower cperator, therefors, ad-
vised the flight that a change 1n runway would be necessary and clearcd
the aircraft for take-off on Runway 7. *

At 0500 the aircraft departed Hernmon Field on a magnetic bearing of
approxinately 70 degrees. Aboul cne ninute after 'take—off the control
tower operator requested = ceiling check fron the flight wmd, in
acknowledgnent, was advised to "walt", This was the lest ra’io ccateet
with the fiight., Personnel on the airport who witnesscd the tske—off
observed that about 2 minutes and 30 secoaés after the ship had lefi the
ground A glow of fire appeared approximately 7 miles from the field alnosfd
directly in line with tho runway on which Aircraft 904 taook off, Several
attempts were nade to contact the aircraft by radio and, inasmuch as none
of these was successful, 1t was presumel that 1t hal crashsd. Search
omeratisns were initiated innedintely by the Unlted States AsF perscnnel at
Barnon Field, The first scarch sarty arrived at the scepe of the accident
several hours after the acceident hnd occurred and found that the airer~ft
had been demolished as a result of impaet and subscguent fire and that all

39 occuponts hed been killed instantly.
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CHART -OF THE STEFHENVILLE ARFA

The above chart shows the aporoximate flight path of Aireraft
o0l, after teke-off from Hermon Field, and the point of impact. The
contours clearly i1llustrate thet a turn maey have been safely made
following take-off from Runway 7 and that a climb could have been
accomplished swey from the high terrain north cf the field.
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Investigation

The airereft had crasked sgminst o steep ridge at a point 7.1 miles
from tne take-off end of Rumway 7 at =2 ragnelic bearing of 76 degrees
45 minutes from the center of tae 'aariaort and at an elevation of 1,160 feet.¥
Pne elevaticn of Harmon Fueld is 22 feet. An inspection of contour charts
of this area indicates that the terrain norstheast of Harmen Field rises o
an elevztion 1n excess of 1,800 feét throuzh an axaimuth extending from
?ppro:nr:ately 20 degrees mesnetic to 90 degress magaetics Directly in line
Uitk Runway 7 and approx_ma.’:el}' 7-1/2 piles from the axrport lies o de-
pressicn the lowest elevation of which 1g slightly under 1,000 feet, The
terrain toward the southeast is relatively flat, The field 1s 'bouné_ed by
St. George Bay toward tae south. To mard the northwost several hills rise
to an elevation between 1,000 end 2,000 feet,

The eviderce at the scenc of the mccident diseclosed that 1mpact had
been nade against the side of a aill, the slope of which was aporoximately
80 degrecs, It was appmarent that fire Lad broken out zmmediately after
inpact and the aircraft burned severely for approxinately 9 hours after the
tine of the accadent. The destructican resulting from 1mmact and fire was
so cozplete tast inspection of wvhe wreckage mrovided litile information as
to the coadificn of the arrcraft imuediately prier t-~ 1moret, However,
merks of contect with the mll indicated that the airerafti wos approxirately

in straight aad levcl flight et the monent of irpact erd no evidezce was

observed which indicated structural failwme or malfunctioning prior to

1mpact.

¥ A11 elevetions arc gaven in feet above sea lewel.
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No take-off restrictions or any speclal procedures to be employed affer
take—off from any runway at Harmon Field had been estaplished, Investigation
disclosed, however, that the Air Transport Command of the AAF had restraicted
the use of this runway and recuired 1ts DC—4 operation to take-off over water
in all instances in which the wind velocity was less than 10 mph, Testamony
of ant:r'ol tower personnel indicated that it was a general practice for fligs
utilizing this runway to meke a right tum shortly after take-off.

Maintenance records and pilots! reports indicated that the eircrafi wasin
an ai_l“rort:hy condition at the time of this flight, All previous flight crew
reports had been given proper attention and the corrective action in =ach
~instance had been indicated con the appropriate aircraft form. Testimony of
pompany maintenance personnel at Harmon Field revealed that the aircraft and
powerplants were functioning properly vrior to take-cff and appeared to be
operating nomally during take-off.,

At the tame of the take-off of Arrcraft ©04, the weather was being
reported as: Ceiling 5,000 feet, overcast; visimlaty 10 miles; wind northeast
10 mph, Approximately 15 minutes 1'ater, the *nnd was reported 4 mph tut no
changes 1n other weather elements were observed. Nelther the moon nor stars
were visible through the overcast, and the unlighted terrainm in the vicinity
of Harmon Field was therefore not visible eirther in flicht or from the airpoarts.

Captain Williar R. 'esterfield had considerable experience in DC-4 type
aircra’t both 1nilc he was flywin~ iith the Air Transport Command and in the
prececding nine months with the company.':‘ A substantial vortion of his flizh®
e¥perience had been accumilated over this particular route including seweral
opzraticns into and cut of Harron Ficld. The other me‘mbers of the crew werc
also experrenced in DC-4 operation invelvaing flight over the lorth Atlantic

route.

¥ See suprl e ontel g Fel )



. Discussion

Prior to the investigation of this accident the requirements of the
Civil Air Regulatioas, with respect to air carrier operations, and the
apnlication by the Civil Aeronaumtics Adninistration of the transport
category rules, had been regarded as providing adequate coverage of tertain
cléarance in the immediate viginity of the airport during and following
talce-offs Part 41 of the Civil Air Regulations requires that tale-offs )

" shall be made only fron such airports, in such directions, and wider such
gross weight limitations that, in the event of failure of oné engine ﬁu;‘mg
the take-of f, a verticel clearance of at least 50 feet will be assurcd in

the subsequent flight on the repaining englne or engines, Since the

epplication of these limitations 1s dependent upon peculiarities of terrain
which differ for each airnort and therefore make impracticable uniforn
regulatory trcatnent, the deternination of the extent of the area within ~
which these regulations shall be applied is 1eft to the d:l.scretlon of the

B

Civil deronautics Administration. In practice, the Civil Aercmmtlcs

I
%A

-ﬁ.dmmstratloq has confined its surveys to an ar e m.th:m a rodius of }

epproxinately 3 mles of the airport,
approval by the CAa of this operation inte Harmon Field was gmhe@

on the basis of the transport category requirenents discussed above.

The cagineering data submitted. by the company to the Civil Aeronantics
Adnlnlstratlon with respect i:o Hrrnon Field was reviewed in the course of the
mvestlbatlon of thiss accic‘ent ar-a it vas apn arcnt that the high terrein

into which Aircraft 904 crashed lay beyond i}he arsg nornally surveyed for
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the purpose of atirport approval. Since an area of three nilles radius
from the center of the alrport provides anple reoon for aaroraft pre*sently
in service to naneuver so as to avoid obstructicas lying beyond tnat
distance, this approval appeared to be anpropriate,

Although there exists a saddle or pass in the terrain northeast of
Harnon Field directly in line with Runway 7, the horizontal distance across
this pass is not sufficient to render practicable the passage of aircraft
through it as a normal and safe climb procedure, and it 15 unlirxely that
the pilot was attepting such a procedure an this insteonce, Since the
hills on both sides of the pass are unlighted and the contour of the tarrain
is not visible under the condrtions of Carkness cxpericnced at the tine of
this flight, navigetion throuszh the pass at night would be very difficult.
In orfer to guarantee a nininun terrain clearence, therefore, the existence
of this pass muat be disregarded for deterrining the clind procedurc after
iiake—oi‘fa d

3o

Irrespective of whether th:u.s particular flight had Ppeen cormilz cated. by

¥

sofe mechanical malfunctioning not spparent.in the investigation, with a

norngl rate of cli'“lb fellowing take-off from Runway 7, a sate r'arg:n of

clearance gver the terrain northeast of Hsrrion Ficld could not be oi}ta.uxea.

-

Fron the fpets t;‘.isclosed during the investi/ation 1t rmust bve conclhded that

takke-of f fron Runway 7, under the corditions which existed the moTrning of
October 3, was jhazardous unless the flight crews were aware of the high
terrain northeast of the airport and so naneuvered as to avoid it.
Regardless of the wind, =afe take-off procedure when using Bunwaa;_ 7 reﬂﬁi;“%

a turmn shortly after take-off and a clizb to a safe sltitude away from the

high terrain,
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. It is the responsibilaty of the carrier to supply the pilot sgdt}g. 211

- the navigational data requared to provide a safe operation. 1’1164 ngfxi*j.a?tldaa -

. 8l data carried in the cockpart of this aircraft adequately deserabed the

terrain in the vicinity of Harzmon Fleld, and all the information necessary
to permit the pilot to determine a climb procedure wazch would avoad

“obgtructions 1z thy Firection of teke-off was available 0 hin. Since the

aF

directioa of climb following talke-off, whach was 35 degrees %o the,?left of
the proposed route; was maintained toward the high terrain noitheast of

Harmon Fisld, 1t cen be concluded that the captain was not alert to the

- -

rocewure necessary for a safe clind from this rununy.
¥ ag . .
‘ * v z
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It 1s arpowrent that modern alr carriecr operation is burdeaing the pilot
A

<

with the necessity for evaluation of an increcsing numbes of delmals,
Fa
EY

Since this problem is particularly critieal during the take-off and elimb, it

appears that some provagions rust be nade to aseure the exacutmn of a safe
, A

climy procedure regardiess of the complexity of such other fa.ctors as aircraft

iIrSurﬁnentatlon, veather, nav1gation, end traffic control, In thls respecf;

it appears that the burden won the pilot may, to %1&1‘&% m&':.sure, Ye -
Telieved in operations of this natufe by clearly defining the };rocéanreé .
required .for climb after tale—off at night or wnder inmstrument conditddns, ’
Such procedures have been established by the alr cars 1er sume the date of

the aceident, however, none were in existence at the tine of this fllght,\

s i

Vhile the Civil Air Repulotions are not intunded to regulate all deteils of

El H

adr transportatica end, thercfore, have not spec'«fiaally reguired thet clich

Ilmcadures be entahllshefl al such sirports as wmn Field, sone r%ulatary

,e“f,,; I *4f(

:iirec’blon may be requireu i'1 instances gueh a8 th:r.s. Becmss the necessity

‘”g}a o = s i

for climb Proce&uraa ex16ts at several d.omestw airnorts as well ag ot fi=lds



-3 -
omployed in anternctaonal operation, the Boara has circulated proposed
regulations which are designed to indvicate specifically the responsibility
of a1l U. S. air carricrs in this regerd.» These regulatisns would require
the carrier to define clearly the procequres for clinb from each avrportd
in the vicimaty of vhich terrain or bther obstructions present 2 hazard

" to flights at nighf or wnder 1nstraneat conditions. Furthermorc , the Bozrd
is reviewmg the subject of aarport approval for scheduled air carrmexr
operxtions vath a view toward revision of the Cival mr Jegulations in
order tu assure a complete understincang throughout the industry 01: “the naiure
and extent of airport survcys and the areas %o vhich take-off llmz.tai;lona
apply.
Findinegs

On the basis of all available cvidence, the Board finds that:

1, The aircraft, crew, and coupany were properly certificated, |

’;C“‘xii o~ Ragr M
2y The aircraft was loaded wathin approved li.ats with respect to

‘%"‘?} 25 :;,,

both center of grawnaty and 1ts maxamum gross weight.,
-3+ The pilot was clearsd by the control tover opcrator at Hanmaon

«* F161d,? Stephenvilie, Newfoundlend, to use Runway 30 for take—off,

© 4. Vhile tading imto position, the pilot was adwised by the tower

‘I‘RJ“ nhange to Runway 7

© s, g Bhaﬁnon,\hieland, as its destination, the aircraft took off
from Bunvay 7 =t hanton Field at 0500.

6., Two mnutes and 30 seconds after taking off on Runway 7 a.t Haﬁm
Field, the aircraft crashed agminst a ridge 7 miles northeast of the alr;pm‘i-

at an elevalaon of 1,160 feet..

* Vraft helease 47-7, way 6, 1947 (Proposed Regulation Requiring the -
bstablishment of Take-off and Climb Procedures for Night oy Insh ’ﬁ -
Flaght Conditaons). Sw 57 fsl
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7+ Ne restrictions had besn placed on the use of runways for take—off
and no speciel procedures had beer established for climbing to cruising V
altitude following take—off from HMarmon Field.

8. The nzvigationzl data carried in the cockpat of the airarzft were
sufficiently cornlete and accurate to have enabled the pilot to determine

a satisfactory clamb procedure following take~off from Runway 7.

Probsble Cause

On the basis of the foregoing, the Board determines that the probable

IS

cause of this accident was the action of the pilot an maintaining the
direction of take-off toward higher terrain over which adegquate cleerance
could not be gained.

BY THE CIVIL AERONAUTICS BORED:

Je/__J, M. TANDIS

/s/__OSIAID RYAN

/s/___JOSH 1EE —

/s/____CLPRENGE M. YOUNG

Harllee Branch, Member of the Bosrd, did not teke part in the decasion,, -

L4
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The Civil Aeronfawtics' Board received notification of the accident
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at 0715 October 3, 1946 and imnediately initiated an investigation in

zccotdance "1th the provistons of ine Civil herenantrcs dct of 1938,

1

d¢ amdnded. Alr Safety Investigators of tne Board's e, York offlce

'\ .

arrlved 'at Harmon Field at 2330 the_same day and wvere later asslsted
by other 1nvest1gators of the Safety Ruyeau staff. A pu.blu: hearing
m'is' ordered and held at News York, N. Y., October 11, 1946, -

Alx 'C:r.rrler |

. American Overseas Axrlines 1s incorporated under the lamrs of the
State of Delavare and raintains 1te headquarters at-iew York, N. Y.

At the time of the accident Ameryicary Overseas Airlines was cperating as
an air carrier under a certificate of public convenience and necossity
and an air carrier certificate, bola 1ssued pursuadt to the Cival
Aeronautics Act of 1938, as amended. Teesz certificates authorized the
company to fly persons, propertyr and mail behreen various pownts 1n tne
United States and the British Isles, including New fork; N. Y. and

Shannon, Trcland.

Flight Personnel

Captain "Milliam fogers Westerfield, age 31, of New York, N. Y., was
pilot of the aircraft and hrd been emploved by the company since
February 19, 1946, He possessed an a2irline transport pilot rating and
at the tume of the accident he had accumulated a total of 3,926 hours!?

flying tame of hich 1,561 hours -ad been obinined on DC~4 equipment.



Robert Becknan Lehr, of Middle Village, KNew York, was coprlot amd had

been eoployed by the cormany since July 16, 1945. He possessed a

conmerclal pilot certificate and an instrunent rating and until the date
of the accident he hnd accunulated a total of 1,707 hours, of which
805 hours had been obtained in DC~4 equipnment, John T. Tierney, Jr,,
senior navigator; Jerone Lewls, junior navigator; Mark Spelar, flight
engineer; James N. Berry, radlo officer; Herbert D, Ewing, purser, and
Pegzgy Ann Burleigh, flight stewnrdess, comprised the remzinder of the crew.
Both pilots were properly certificated for the flight and the captain
had qualified over the route,
Aircraft .
The Douglas DC~4, N(-90904, wos naznufactured in March 1945 apd had
accunulated a total of 3,731 hours, It was equipped with four Pratt and
Whitnay R—-EpOO-Q engines on which were installed Hamilton Standard hydro—
matic propellers, The total tines logged for the enganes wered 1,867
hours, 1,561 hours, 1,394 hours and 1,509 aours for the Nos, 1, 2, 3
and 4 engines, respectively. Since the last najor overhaul the engines
had logged the following times: 401 hours, 754 hours, 833 hours and 833
hours, 4t tne time of departure from Stephenville the total weight of
the aircraft was 200 nounds less thon the approved maximum take—-off
weight of 71,800 pounds and the load wes distributed with respect to

the center of gravity within spproved linits.
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